Baltimore Office

6 South Gay Street
Baltimore, MD 21202
(443) 759-8360

BALTIMORE-WASHINGTON RAPID RAIL

November 25, 2020

Ms. Amanda Sigillito

Division Chief

Maryland Department of the Environment
Wetland and Waterways Program
Nontidal Wetlands Division

1800 Washington Boulevard

Baltimore MD 21230

Ms. Tammy Roberson

Division Chief

Maryland Department of the Environment
Wetland and Waterways Program

Tidal Wetland Program

1800 Washington Boulevard

Baltimore MD 21230

Mr. Joseph DaVia

Chief, Maryland Section Northern

US Army Corps of Engineers Baltimore District
Regulatory Branch

2 Hopkins Plaza

Baltimore MD 21201

RE: Joint Federal/State Application
SCMAGLEV Baltimore-Washington High Speed Project

Dear Ms. Sigillito, and Ms. Roberson and Mr. DaVia:

Washington Office

1212 New York Ave NW Suite 700
Washington, DC 20005

(202) 499-7933

The Baltimore Washington Rapid Rail (BWRR) is the project sponsor submitting a Joint Federal/State
permit application for the Alteration of Any Floodplain, Waterway, Tidal or Nontidal Wetland for the
Super Conducting Magnetic Levitation (SCMAGLEV) Baltimore — Washington highspeed transportation
project (the Project) in Prince George’s County, Anne Arundel County, Baltimore County, and Baltimore

City, and Washington DC (see attached Project Vicinity Map).

This application is submitted pursuant to the requirements of the Code of Maryland Regulations,
Sections 26.17 and 26.23, and Section 404 of the Clean Water Act and supported by SCMAGLEV
Administrative Draft Environmental Impact Statement (ADEIS) issued to agencies on October 19*, 2020.
Project activities will occur within the following Maryland Federal HUC-8 watersheds: Anacostia River,
Western Branch, Patuxent River Upper, Little Patuxent River, Patapsco River Lower North Branch,



Baltimore Harbor, and Gwynns Falls. We have provided supporting documentation as exhibits to the
application and in a few instances the reviewer is referred to the ADEIS which is provided to you by FRA.

The Project is needed to address the following issues and challenges: increasing population and
employment; growing demands on the existing transportation network; inadequate capacity of the
existing transportation network; increasing travel times; decreasing mobility; and to maintain economic
viability in the Baltimore-Washington region. The Baltimore-Washington region is one of the largest and
densest population centers in the United States. Over the next 25 years, the population in the region is
projected to increase by approximately 20 percent with employment workforce increasing
approximately 25 percent. Similarly, the number of visitors to the region is also projected to increase
with tourism serving as a significant economic driver in both the City of Baltimore and Washington, DC.
As the population, workforce, and tourism continue to grow, the demand on the transportation
infrastructure between Baltimore and Washington, DC will continue to increase along major roadways
and railways, including 1-95, the Baltimore-Washington Parkway, MD 295, US 29, and US 1.

Twelve build alternatives and one “no build” alternative is under evaluation through the National
Environmental Policy Act (NEPA) process as presented in the ADEIS. The NEPA process is being carried
out independent of BWRR and supporting documentation in the ADEIS is subject to BWRR review.

This application is based on the BWRR’s proposal, Build Alternative J-03. The following documents are
enclosed for review and processing of this Joint Permit Application:

Exhibit A — Impact Plates
Exhibit B — Wetland Delineation Data
Section 1 — Wetland Location Maps
Section 2 — Field Delineation Tables (Table 1. Waterway Summary, Table 2. Wetland Summary)
Section 3 — Wetland & Stream Data Sheets
Section 4 — Wetland & Stream Photos
Section 5 — Soils Tables
Exhibit C — ADEIS Chapter #4.10 — Water Resources & Appendix D.10
Exhibit D — ADEIS Chapter #4.11 — Wetlands & Appendix D.11
Exhibit E — Avoidance-Minimization-and-Impacts-Report
Exhibit F — Alternative Site Analysis
Exhibit G — Compensatory Mitigation Plan
Exhibit H — Adjacent Property Owner List
Exhibit | - BWRR's Proposal for Preferred Alternate Selection
Exhibit J — Trainset Maintenance Facility (TMF) Alternatives Assessment Comparison
Exhibit K— Construction Plan
Exhibit L — Plan & Profile Drawings
Exhibit M — Right of Way Drawings
Exhibit N — GZ 4.3 Prelim Geotech Eng. Assessment Report 19.03.18 Final
Exhibit O — Impact Summary Tables

E Page 20f3




Seven copies of the application package are included, as well as a digital link to this application. Agencies
other than USACE/MDE can request access to this permit application by emailing
JPA@BWRapidRail.com and providing First and Last Name, Contact number, and agency represented. If
you need further assistance, please contact Mr. Kris Frederes, BWRR Project Manager, at 443-759-8360
or via email at Kfrederes@bwrapidrail.com.

Application fee of $750.00, along with a copy of the first page of the Application is mailed to:
MDE
P.0. BOX 2057
BALTIMORE, MD 21203-2057
PCA: 13910 OBJ: 4142

Very truly yours,

W% X

Baltimore Washingfon Rapid Rail
Furqgan Siddiqi
Executive Vice President

cc: Branden Bracher, FRA

Larry Pesesky, WSP
Pam McNicholas, WSP
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JOINT FEDERAL/STATE APPLICATION FOR THE ALTERATION OF ANY FLOODPLAIN,
WATERWAY, TIDAL OR NONTIDAL WETLAND IN MARYLAND

FOR AGENCY USE ONLY

Application Number Date Determined Complete
Date Received by State Date(s) Returned

Date Received by Corps

Type of State permit needed Date of Field Review

Type of Corps permit needed Agency Performed Field Review

* Please submit 1 original and 6 copies of this form, required maps and plans to the Wetlands and Waterways Program as noted on
the last page of this form.

* Any application that is not completed in full or is accompanied by poor quality drawings may be considered incomplete and result
in a time delay to the applicant.

Please check one of the following:

RESUBMITTAL: APPLICATION AMENDMENT: MODIFICATION TO AN EXISTING PERMIT:
JURISDICTIONAL DETERMINATION ONLY: __ APPLYING FOR AUTHORIZATION X
PREVIOUSLY ASSIGNED NUMBER (RESUBMITTALS AND AMENDMENTS)

DATE November 25, 2020

1. APPLICANT INFORMATION:

APPLICANT NAME:

A. Name: Furgan Siddiqi B. Daytime Telephone: 443-758-8360

C. Company: Baltimore Washington Rapid Rail, LLC D. Email Address: fsiddigi@bwrapidrail.com

E. Address: 6 South Gay Street

F. City: Baltimore State: MDD Zip: 21202

AGENT/ENGINEER INFORMATION:

A. Name: Pam McNicholas, PWS B. Daytime Telephone: 410-752-9637

C. Company: WSP D. Email Address: _pam.mcnicholas@wsp.com

E. Address: 1 East Pratt Street

F. City: Baltimore State: MDD Zip: 21202

ENVIRONMENTAL CONSULTANT:

A. Name: Pam McNicholas, PWS B. Daytime Telephone: 410-752-9637

C. Company: WSP D. Email Address: pam.mcnicholas@wsp.com

E. Address: | East Pratt Street

F. City: Baltimore State: MDD Zip: 21202
CONTRACTOR (If known):

A. Name: Pam McNicholas, PWS B. Daytime Telephone: 410-752-9637

C. Company: WSP D. Email Address: pam.mcnicholas@wsp.com

E. Address: | East Pratt Street

F. City: Baltimore State: MDD Zip: 21202

PRINCIPAL CONTACT:

A. Name: Kris Frederes B. Daytime Telephone: 443-758-8360

C. Company: BWRR D. Email Address: kfrederes@bwrapidrail.com

E. Address: 6 South Gay Street

F. City: Baltimore State: MD Zip: 21202
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2. PROJECT DESCRIPTION

a. GIVE WRITTEN DESCRIPTION OF PROJECT:

Project Overview:

The Baltimore-Washington Maglev Project will provide new infrastructure, passenger stations and other support facilities for a
Superconducting Maglev (SCMAGLEV) train system between Washington, DC, and Baltimore, MD based on BWRR’s proposal
(build alternate J-03). The primary elements of the project are three passenger stations BWI, Washington DC, and Baltimore (Cherry
Hill), one Trainset Maintenance Facility (TMF) on the West side of the MD-295 on USDA BARC property, and one alignment with
two guideways on the East side of Md-295.

Project details are found in the following exhibits:
= Exhibit | - BWRR’s Proposal for Preferred Alternate Selection
= Exhibit K — Construction Plan
= Exhibit L- Plan & Profile Drawings

Has any portion of the project been completed? Yes X No If yes, explain
Is this a residential subdivision or commercial development? X Yes No
If yes, total number of acres on property 1,110 acres

Will there be temporary or permanent tree clearing occurring on the overall project site (i.e., uplands and wetlands), including but not
limited to, tree clearing for site development, road/highways, utilities, mining, stormwater management, restoration, energy production
and transmission, etc.)? X Yes No

If yes, total estimated acres of tree clearing for the overall project site: 451 acres

b. ACTIVITY: Check all activities that are proposed in the wetland, waterway, floodplain, and nontidal wetland buffer as
appropriate.

A. X filling D. X flooding or impounding F. X grading
B. dredging water (Storm Water Systems) G. X removing or destroying
C. X excavating E. draining vegetation

H. X building structures

Area for item(s) checked: Wetland 22 Acres (sq. ft.) Buffer (Nontidal Wetland Only) TBD (sq. ft.)
958,320 sq. ft.
Expanded Buffer (Nontidal Wetland Only) TBD (sq. ft.)
Area of stream impact (sq. ft.)
Length of stream affected 12,896 (linear feet)

REFERENCE (Appendices from ADEIS subject to BWRR review):
Exhibit C — ADEIS Chapter #4.10 — Water Resources & Appendix D.10
Exhibit D — ADEIS Chapter #4.11 — Wetlands & Appendix D.11



Impact summary tables for this permit, ADEIS Alternative J-03:

Note: Tables provided are extracted from the ADEIS, all notes in the DEIS apply here:

Note: Buffer and tidal impact tables are not yet included and will be added when available.
Note: Habitat conversions are not included in these tables.

Acres/Linear Feet of Permanent (P) and Temporary (T) Impacts by element

Alignment Cherry Hill Station TMF BARC West
Resource Type Alternative P T P T P T Total
Wetlands (Acres) J-03 11 6 <1 <1 10 1 22
NTWSSC (Acres) J-03 6 2 3 1 9
Floodplains (Acres) J-03 15 6 28 0 3 1 46
Waterway (LF) J-03 7,799 3,156 315 241 4,782 229 | 12,896
Forest (Acres) J-03 260 24 167 451
Acres of Permanent Impact by Wetland Type NTWSSC
(included in
Resource Type Alternative PUB PEM PFO TOTAL | TOTAL Wetland)
Wetlands (Acres) J-03 1 3 18 22 9
Linear Feet of Impact by Waterway Type
Resource Type Alternative | Ephemeral | Intermittent | Perennial | TOTAL
Waterway (LF) J-03 1,549 5,385 5,962 12,896
Permanent Impacts to Watersheds (acres)
Alternative
Watershed (Federal . . .
8-Digit HUC) Major Waterway Crossings Location J-03
Anacostia River & tributaries; Washington, D.C.
L. Beaverdam Creek & tributaries; Prince George's Co.
Anacostia River
02140205 Beck Branch; 703
Brier Ditch & tributaries;
Indian Creek tributaries
Western Branch . .
02131103 None Prince George's Co. 3
Patuxent River Upper . . . Prince George's Co.
02131104 Patuxent River & tributaries Anne Arundel Co. 78
Little Patuxent River Little Patuxent & tributaries;
! . 2
02131105 Dorsey Run & tributaries Anne Arundel Co >
i L .
Patapsco River Lower Patapsco River & tributaries; Anne Arundel Co
North Branch Stonv Runh & tributaries Baltimore Co. 163
02130906 ¥ Baltimore City
Baltimore Harbor . . Anne Arundel Co.
2130903 Middle Branch Patapsco River Baltimore City 74
Gwynns Falls . .
2130905 None Baltimore City 37
Total 1,110




c. TYPE OF PROJECTS: Sece Exhibit O — Impact Summary Tables

For each activity, give overall length and width (in feet), in columns 1 and 2. For multiple activities, give total area of disturbance in
square feet in column 3. For activities in tidal waters, give maximum distance channelward (in feet) in column 4. For dam or small
ponds, give average depth (in feet) for the completed project in column 5. Give the volume of fill or dredged material in column 6.
Maximunm/Average Volume of fill/dredge
Length Width Area Channelward Pond material (cubic yards)
(Ft) (Ft) (Sq. Ft) Encroachment Depth below MHW or OHW
1 2 3 4 5 6
Bulkhead
Revetment
Vegetative Stabilization
Gabions
Groins
Jetties
Boat Ramp
Pier
Breakwater
Repair & Maintenance
Road Crossing
Utility Line
Outfall Construction
Small Pond
Dam
Lot Fill
Building Structures
Culvert
Bridge
Stream Channelization
Parking Area
Dredging

<CHYROTOZZCASTZIQOTIUO® >

1. New 2. Maintenance 3. Hydraulic 4. Mechanical
W. X  Other (explain) A summary of impacts is provided on the last page of Exhibit O — Impact Summary Tables




d. PROJECT PURPOSE: Give brief written description of the project purpose:
See the SCMAGLEV ADEIS Purpose & Need (attached) published in October 2017 with agency concurrence:

Excerpt from the Purpose and Need published in the Final Alternatives Report 2018:

The purpose of the Baltimore-Washington SCMAGLEV Project is to evaluate, and ultimately construct and operate, a safe, revenue-
producing, high-speed ground transportation system that achieves the optimum operating speed of 311 MPH (500 KMH) of the
SCMAGLEV technology to significantly reduce travel time in order to meet the capacity and ridership needs of the Baltimore-
Washington region. To achieve the operational and safety metrics needed for a SCMAGLEYV system, the Project must include:

e Infrastructure, vehicles, and operating procedures required for the SCMAGLEYV system.

e Analignment which allows the highest practical speed that can be attained by SCMAGLEYV technology at a given
location and which avoids the need for reduction in speed other than that imposed by the normal acceleration and
braking curves into and out of stations.

e A system that complies with federal safety requirements.

e Avoidance, minimization, and mitigation of impacts to the human and natural environment.

The objectives of the SCMAGLEYV project are to:
e Improve redundancy and mobility options for transportation between the metropolitan areas of Baltimore and
Washington, DC.
e Provide connectivity to existing transportation modes in the region (e.g., heavy rail, light rail, bus, air, water taxi).
e Provide a complementary alternative to future rail expansion opportunities on adjacent corridors.
e  Support local and regional economic growth.

Reference: ADEIS Chapter #2 Purpose & Need for further discussion (subject to BWRR review).

3. PROJECT LOCATION:

a. LOCATION INFORMATION: Sce Exhibit M — Right of Way Drawings for additional location information.
A. County: BC, AA, PG B. City: Baltimore &

Washington

DC

C. Name of waterway or closest waterway Multiple

See Exhibit B — Wetland Delineation Data, Section 2 — Field Delineation Tables (Table 1.
Waterway Summary, Table 2. Wetland Summary)

D. State stream use class designation:

E. Site Address or Location: ~_General project is described below in F.

F.  Directions from nearest intersection of two state roads: _The project location is described in Chapter #1 of the SCMAGLEV

ADEIS and is further shown in Exhibit M — Right of Way drawings.

In summary the project:
- Starts underground at New York Avenue in Washington DC heading North to the southern limits of BARC land
- It then emerges to viaduct which runs North along the East side of the Baltimore-Washington Parkway (Route 295)
- The alignment then dives back underground just South of MD-175 on FT. Meade property
- And continues North under BWI airport
- To the Baltimore Station at Cherry Hill where it emerges to the above ground station

G. Isyour project located in the Chesapeake Bay Critical Area (generally within 1,000 feet of tidal waters or tidal wetlands)?:
X Yes No

H. County Book Map Coordinates (Alexandria Drafting Co.); Excluding Garrett and Somerset Counties:

Map:  Multiple Letter: Number: (to the nearest tenth)
TAXMAP
ANNEQOQ2 ANNEOO4 ANNEOO9 ANNEO14 ANNEO20 BACO102
BACO109 HOWAOQ44 HOWAOQ48 PRINOO7 PRINO10 PRINO11
PRINO14 PRINO20 PRINO27 PRINO34 PRINO35 PRINO43
PRINO50 PRINO51 PRINO58




1.  FEMA Floodplain Map Panel Number (if known):
FEMA FIRM PANEL NUMBER ‘

See table below:

https://msc.fema.gov/portal/home

1100010019C | 2403300137E | 2403300155E | 2400300108E | 2400300040E | 2400300032E
1100010017C | 2403300133E | 2403300065E | 2400300106E | 2400300041E | 2400100510G
1100010036C | 2403300134E | 2400300104E | 2400300107E | 2400300033E | 2400870024F
1100010037C | 2403300132E | 2403300054E | 2400300020E | 2400300034E | 2403300034E

b. ACTIVITY LOCATION: Check one or more of the following as appropriate for the type of wetland/waterway where you are
proposing an activity:

A. X Tidal Waters F. X 100-foot buffer (nontidal wetland H. X 100-year floodplain
B. X Tidal Wetlands of special State concern) (outside stream channel)
C. Special Aquatic Site G. X  In stream channel L X River, lake, pond

(e.g., mudflat, 1. Tidal 2. X  Nontidal J. Other (Explain)

vegetated shallows)
D. X Nontidal Wetland
E. X 25-foot buffer (nontidal
wetlands only)
¢. LAND USE: See ADEIS Chapter #4.03-Land Use/Zoning & ADEIS Appendix D.3 (subject to BWRR review).

A. Current Use of Parcel Is: 1. Agriculture: Has SCS designated project site as a prior converted cropland? __Yes _ No
2. Wooded 3. Marsh/Swamp 4, Developed
5. Other

Agriculture 4. Marina

Residential 2. Commercial/Industrial 3,

B.  Present Zoning Is: 1. S. Other

C. Project complies with current zoning Yes No

THE FOLLOWING INFORMATION IS REQUIRED BY THE STATE (blocks 4-7):
4. REDUCTION OF IMPACTS: Explain measures taken or considered to avoid or minimize wetland losses in F. Also check
Items A-E if any of these apply to your project.

A. X Reduced the area of B. X
disturbance

Reduced size/scope of C. X  Relocated structures
project D. X Redesigned project

E. X  Other See Exhibit E — Avoidance-Minimization-and-Impacts-Report

F. Explanation

Describe reasons why impacts were not avoided or reduced in Q. Also check Items G-P that apply to your project.

G. X Cost K. Parcel size N. X Safety/public welfare issue
H. X Extensive wetlands on site L. X Other regulatory 0. Inadequate zoning
L. X Engineering/design requirement P. Other
constraints M. X  Failure to accomplish
J. X Other natural features project purpose

Q. Description The project alignment is constrained by design criteria required (e.g., horizontal, and vertical profiles) to meet the

project objective achieving the optimum operating speed of the SCMAGLEYV technology.

5. LETTER OF EXEMPTION: Ifyou are applying for a letter of exemption for activities in nontidal wetlands and/or their
buffers, explain why the project qualifies:

A. No significant plant or B. Repair existing structure/fill
wildlife value and wetland impact C. Mitigation Project
I. Less than 5,000 D. Utility Line
square
feet 1. Overhead
2. In an isolated nontidal 2. Underground


https://msc.fema.gov/portal/home

wetland less than 1 acre in size
E.  Other (explain)

F. X Check here if you are not applying for a letter of exemption.

IF YOU ARE APPLYING FOR A LETTER OF EXEMPTION, PROCEED TO BLOCK 10

6. ALTERNATIVE SITE ANALYSIS: Explain why other sites that were considered for this project were rejected in M. Also
check any items in D-L if they apply to your project. (If you are applying for a letter of exemption, do not complete this block.)

A.

1 site B. 2 - 4 sites C. 5 or more sites

Alternative sites were rejected/not considered for the following reason(s):

D. X Cost H. X Greater wetlands L. X Other
impact
E. Lack of availability L Water dependency
F. X Failure to meet project J. Inadequate zoning
purpose K. X Engineering/design
Located outside constraints
general/market area
M. Explanation: See Exhibit F — Alternative Site Analysis

Exhibit I - BWRR’s Proposal for Preferred Alternate Selection
Exhibit J — Trainset Maintenance Facility (TMF) Alternatives Assessment Comparison
ADEIS Chapter #6 - Evaluation of Alternatives (subject to BWRR review).

7. PUBLIC NEED: Describe the public need or benefits that the project will provide in F. Also check Items in A-E that apply to
your project. (If you are applying for a letter of exemption, do not complete this block.)

A. X Economic C. X Health/welfare E. X  Other
B. Safety D. Does not provide public
benefits
F.  Description  See the SCMAGLEV ADEIS Purpose & Need (attached) published in 2017 with agency concurrence:

In summary, the project will address inadequate capacity of the existing transportation network, increased travel times,
and decreased mobility while maintaining economic viability of the Washington DC-Baltimore region.

Excerpt from the Purpose and Need published in the Final Alternatives Report 2018:

The project is needed to address the following issues and challenges: increasing population and employment; growing
demands on the existing transportation network; inadequate capacity of the existing transportation network; increasing
travel times; decreasing mobility; and to maintain economic viability in the Baltimore-Washington region. The
Baltimore-Washington region is one of the largest and densest population centers in the United States. Over the next 25
years, the population in the region is projected to increase by approximately 20 percent with employment workforce
increasing approximately 25 percent. Similarly, the number of visitors to the region is also projected to increase with
tourism serving as a significant economic driver in both the City of Baltimore and Washington, DC. As the population,
workforce, and tourism continue to grow, the demand on the transportation infrastructure between Baltimore and
Washington, DC will continue to increase along major roadways and railways, including I-95, the Baltimore-Washington
Parkway, MD 295, US 29, US 1, and the NEC.

The conditions above translate into the need to evaluate and implement an improved mobility option of travel between
the Baltimore and Washington, DC metropolitan areas utilizing SCMAGLEV technology that achieves optimal operating
speed and minimizes impacts to the human and natural environment.



8. MITIGATION PLAN: Please provide the following information. (If you are applying for a letter of exemption, do not
complete this block.) Sce Exhibit G — Compensatory Mitigation Plan

a.  Description of a monetary compensation proposal, if applicable (for state requirements only). Attach another sheet if
necessary.

b.  Give a brief description of the proposed mitigation project. BWRR will provide a draft compensatory mitigation plan.

c.  Describe why you selected your proposed mitigation site, including what other areas were considered and why they were
rejected. BWRR will provide a draft compensatory mitigation plan.

d.  Describe how the mitigation site will be protected in the future. =~ BWRR will provide a draft compensatory mitigation plan.




9. HAVE ADJACENT PROPERTY OWNERS BEEN NOTIFIED? A. Yes B. No
Provide names and mailing addresses below (Use separate sheet, if necessary). (If you are applying for a letter of exemption, do
not complete this block.)

10. OTHER APPROVALS NEEDED/GRANTED:

A. Agency B. Date C. Decision D. Decision E. Other
Sought 1. Granted 2. Denied Date Status
(Refer to
ADEIS)
DNR ERP
DNR WH
MHT
USFWS

11. HISTORIC PROPERTIES: Is your project located in the vicinity of historic properties? (For example: structures over 50
years old, archeological sites, shell mounds, Indian or Colonial artifacts). Provide any supplemental information in Section 12.

A. Yes B. No C. Unknown

12. ADDITIONAL INFORMATION: Use this space for detailed responses to any of the previous items. Attach another sheet
if necessary:

Check box if data is enclosed for any one or more of the following (see checklist for required information):

A. Soil borings D. Field surveys G. Site plan
B. Wetland data sheets E. Alternate site analysis H. Avoidance and
C. Photographs F. Market analysis minimization analysis
I Other (explain)
- p
CERTIFICATION:

I hereby designate and authorize the agent named above to act on my behalf in the processing of this application and to furnish any
information that is requested. I certify that the information on this form and on the attached plans and specifications is true and accurate
to the best of my knowledge and belief. I understand that any of the agencies involved in authorizing the proposed works may request
information in addition to that set forth herein as may be deemed appropriate in considering this proposal. I certify that all Waters of
the United States have been identified and delineated on site, and that all jurisdictional wetlands have been delineated in accordance
with the Corps of Engineers Wetlands Delineation Manual (Wetlands Research Pro Technical Report Y-87-1). I grant permission
to the agencies responsible for authorization of this work, or their duly authorized representative, to enter the project site for inspection
purposes during working hours. I will abide by the conditions of the permit or license if issued and will not begin work without the
appropriate authorization. I also certify that the proposed works are consistent with Maryland's Coastal Zone Management Plan. All
information, including permit applications and related materials, submitted to MDE may be subject to public disclosure
consistent with the Maryland Public Information Act, §4-101 et seq., General Provisions Article of the Maryland Code and
the Freedom of Information Act, 5 USC Section 552 et seq. Pursuant to Clean Water Act Section 404(o), 33 USC 1344 (o),
permit applications and permits will be available to the public. Iunderstand that I may request that additional required information
be considered confidential under applicable laws. I further understand that failure of the landowner to sign the application will result in
the application being deemed incomplete.

LANDOWNER MUST SIGN: ﬁé@ pDATE: H-25.2020
Furqan Siddiqi E@{ve Vice President
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SUPERCONDUCTING MAGLEV PROJECT

PURPOSE AND NEED

1 Introduction

The Federal Railroad Administration (FRA), in coordination with the Maryland Department of
Transportation (MDQT), is preparing an Environmental Impact Statement (EIS) for the proposed
Baltimore-Washington Superconducting Magnetic Levitation (SCMAGLEV) Project’ between Baltimore,
Maryland, and Washington, DC. FRA has prepared this Purpose and Need Statement as part of its EIS in
compliance with the National Environmental Policy Act (NEPA) of 1969 (42 United States Code [USC]
4321 et seq.), the Council on Environmental Quality (CEQ) NEPA Regulations (40 Code of Federal
Regulations [CFR] 1500-1508), FRA Procedures for Considering Environmental Impacts (64 Federal
Register [FR] 28545 [May 26, 1999]), and FRA’s Update to NEPA Implementing Procedures (78 FR 2713
[January 14, 2013]) and Section 1304 of the Fixing America’s Surface Transportation (FAST ACT) (Pub I.
No. 114-94, December 4, 2015) (23 USC 139).

Congress has expressed its intent that the SAFETEA-LU funding for this project “be used to directly
advance and result in construction of a maglev project.”” In March 2015, FRA issued a Notice of Funding
Availability (NOFA) under the Maglev Deployment Program® (MDP) to solicit applications for
construction of high speed rail between Baltimore and Washington, DC. The MDP was established in the
Transportation Equity Act for the 21st Century (TEA-21) with the purpose of demonstrating the
feasibility of Maglev technology. The State of Maryland selected Baltimore Washington Rapid Rail’s
(BWRR) SCMAGLEV proposal, and in November 2015, the Maryland Public Service Commission approved
BWRR'’s application to acquire a passenger railroad franchise to deploy a SCMAGLEV system between
Baltimore and Washington, DC. The SCMAGLEV Project would be capable of 311 mph (500 kph)
operating speed, with state of the art safety, signaling, and automated train control systems. In 2016,
FRA awarded a $27.8 million Maglev grant to MDOT to perform the preliminary engineering (PE) and
NEPA study for the SCMAGLEV Project. These funds were authorized as part of the Safe Accountable
Flexible Efficient Transportation Equity Act: A Legacy for Users (SAFETEA-LU). BWRR is a private
corporation and as the project sponsor and developer of the proposed SCMAGLEV service, will provide a
20 percent fund match for this study and work with Federal and state agencies, including FRA and
MDOT, to provide preliminary engineering and technical assistance.

The SCMAGLEV Project has independent utility between Baltimore, Maryland and Washington, DC
which is addressed in this EIS. However, BWRR envisions this project as the beginning “of a high-speed
ground transportation corridor.”” Evaluation of potential station location and interim termini in
Washington and Baltimore, and the design and size of the stations, will consider the potential for future

" For purposes of this study, Magnetic levitation (Maglev) is defined as an advanced transportation technology in
which magnetic forces lift, propel, and guide a vehicle over a specially designed guideway. This study proposes to
implement superconducting maglev (SCMAGLEV) technology, which differs from other maglev systems (such as
the German Transrapid system) in that SCMAGLEV accelerates and decelerates through an electromagnetic force
generated between superconducting magnets on the vehicle and reaction coils on the guideway sidewalls. The
superconducting magnetism is much stronger than ordinary normal conducting electromagnets. Additionally,
SCMAGLEYV uses inductive magnetic reactions with no active control and rides in a U-shaped guideway; whereas,
the German Transrapid system uses attractive reactions that need active controls and rides in a T-shaped
guideway.

> The first project eligibility requirement in the NOFA: “The project must: (1) Involve a segment or segments of a
high-speed ground transportation corridor. BWRR’s “Response to the NOFA”, dated April 17, 2015, states “The
Project involves the Baltimore, MD — Washington, DC segment of the New York, NY — Washington, DC federally
designated high-speed ground transportation corridor.”

*The Maglev Deployment Program, as authorized by Congress under TEA-21, encourages the development and
construction of an operating transportation system employing magnetic levitation.
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extension of the SCMAGLEV system. If successfully deployed between Washington, DC and Baltimore,
SCMAGLEYV has the potential to be incrementally extended north to Boston, Massachusetts, and south
to Charlotte, North Carolina. Such extensions, which would be subject to additional NEPA studies

conducted by FRA in coordination with the respective states through which the extensions would run,

and are not part of this EIS.

2 Project Study Area

FRA and MDOT are examining a Project Study Area approximately 40-miles long and 10-miles wide, that
includes portions of the City of Baltimore; Baltimore, Howard, Anne Arundel, and Prince George’s
counties in Maryland; and Washington, DC (see Figure 1). In addition, the Project Study Area includes
station locations in Washington, DC, Baltimore, and near Baltimore/Washington International Thurgood
Marshall (BWI Marshall) Airport. There are also areas for a rolling stock depot (RSD) and other required
facilities in the Project Study Area.

Figure 1: Project Study Area
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PURPOSE AND NEED

3 Project Background and Related Studies

3.1. Previous Maglev Studies

In 2001, FRA published a Record of Decision (ROD) following completion of a Programmatic
Environmental Impact Statement (PEIS) for the MDP. The purpose of this action was to demonstrate
Maglev technology by identifying a viable Maglev project in the US, and assisting a public/private
partnership with the planning, financing, construction, and operation of a project. As published in the
ROD, FRA concluded that Maglev was an appropriate technology for use in new transportation options
in Maryland and Pennsylvania and should be further studied at the project level.

In coordination with MDOT’s Maryland Transit Administration (MTA), FRA prepared and circulated a
Draft Environmental Impact Statement (DEIS) in 2003, for a Maglev project linking downtown Baltimore,
BWI Marshall Airport, and Union Station in Washington, DC. The DEIS documented project needs,
including transportation demand, regional economic growth, and reducing corridor congestion. The DEIS
also documented feasible mitigation measures for the environmental impacts as well as the benefits of
the project alternatives.

In 2007, FRA prepared a Final Environmental Impact Statement (FEIS); however, the FEIS was not
finalized.

The 2001 PEIS, 2003 DEIS, and 2007 FEIS considered earlier iterations of Maglev technology, different
from the Japanese SCMAGLEV technology to be studied in this EIS.

FRA is now undertaking this new NEPA study, in part because of the commitment of private funding for
the NEPA study, design, and construction of a SCMAGLEV project.

3.2. Northeast Corridor (NEC) FUTURE Program

In 2012, FRA launched the Northeast Corridor (NEC) FUTURE program to consider the role of rail
passenger service along the 457-mile rail line between Washington, DC and Boston, including the
SCMAGLEYV study area. The NEC is the rail transportation spine of the Northeast and the most heavily
utilized rail network in the United States. The purpose of the NEC FUTURE program is to upgrade aging
infrastructure and to improve the reliability, capacity, connectivity, performance, and resiliency of
passenger rail service on the NEC for both intercity and regional trips, while promoting environmental
sustainability and economic growth.

Regional population and employment growth, combined with changes in travel preference, cannot be
supported by the existing, aging NEC infrastructure that results in congestion and delays for daily
commuters, regional and interregional travelers, and freight services. FRA will develop a Service
Development Plan (SDP) for the NEC to establish a framework for future investment in the corridor to
meet the future needs of NEC’s passenger and freight markets.

The NEC FUTURE study included an evaluation of current and future transportation demands and the
appropriate level of investment in capacity improvements for the NEC. Through the NEC FUTURE
program, FRA proposed a long-term vision and investment strategy that is being documented in a Tier 1
EIS* and SDP. FRA published the Tier 1 DEIS in November 2015 and a Tier 1 FEIS in December 2016. The
Tier 1 FEIS included evaluation of steel-wheel on rail technologies as a way to serve the passenger and
freight rail needs of the region.

* ATier 1EIS analyzes a program or project on a broad scale. A Tier 1 EIS may be followed by a Tier 2 EIS, which
focusses on the project or program in greater detail.
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FRA did not incorporate advanced guideway options or similar new technologies, such as magnetic
levitation technology, in the alternatives development process for the NEC FUTURE study. However,
Section 9.22 Technology Considerations of the NEC FUTURE FEIS, states such technologies could be
studied separately, and are not precluded as a future transformation investment in the regional
transportation system.

PURPOSE AND NEED

4 Project Purpose

The purpose of the SCMAGLEV Project is to evaluate, and ultimately construct and operate, a safe,
revenue-producing, high-speed ground transportation system that achieves the optimum operating
speed of the SCMAGLEV technology to significantly reduce travel time in order to meet the capacity and
ridership needs of the Baltimore-Washington region. To achieve the operational and safety metrics
needed for a SCMAGLEV system, the Project must include:

e Infrastructure, vehicles, and operating procedures required for the SCMAGLEV system.

e Analignment which allows the highest practical speed that can be attained by SCMAGLEV
technology at a given location and which avoids the need for reduction in speed other than that
imposed by the normal acceleration and braking curves into and out of stations.

o Asystem that complies with federal safety requirements.
e Avoidance, minimization, and mitigation of impacts to the human and natural environment.
The objectives of the SCMAGLEV project are to:

e Improve redundancy and mobility options for transportation between the metropolitan areas of
Baltimore and Washington, DC.

e Provide connectivity to existing transportation modes in the region (e.g., heavy rail, light rail,
bus, air).

e Provide a complementary alternative to future rail expansion opportunities on adjacent
corridors.

e Support local and regional economic growth.

Further discussion of the project needs and objectives are included in the following section.

5 Project Needs

FRA selected the Baltimore-Washington corridor as the location of the first Maglev project due to the
area’s high level of congestion, economic importance, increased development, and the need for
connectivity between the two cities. Section 1307 of the SAFETEA-LU Act (P.L. 109-59, 2005) authorized
funding for the project. The project is needed to address the following transportation issues and
challenges:

e Increasing population and employment: The Baltimore-Washington region makes up one of the
largest and densest population centers in the United States. Between 2015 and 2040, the
population in this region is projected to increase 20 percent along with an approximately 25
percent increase in employment workforce.
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e Growing demands on the existing transportation network: Travel demand will continue to
increase in the study area along major roadways and railways, including Interstate 95, the
Baltimore-Washington Parkway, MD 295, 1-295, US 29, US 1, and the NEC.

PURPOSE AND NEED

¢ Inadequate capacity of the existing transportation network: All of the major roadway corridors
between Baltimore and Washington, DC include roadway segments that experience level of
service (LOS) E/F (heavy congestion) or LOS F (severe congestion) during AM and PM peak
hours. Such heavy congestion within the peak AM and PM hours is likely to spill over to non-
peak hours as a result of travelers shifting departure times to avoid peak period congestion.
With the increased demand on the roadway network, the number of severe congestion
segments is projected to increase.’

Likewise, the NEC FUTURE Tier 1 FEIS documented the increasing demand for improved rail
service between Baltimore and Washington, DC. It also demonstrated that multiple portions of
the NEC, including those in the SCMAGLEV study area, are experiencing congestion and delays
due to capacity constraints and other maintenance needs.

e Increasing travel times: According to the 2015 Maryland State Highway Mobility Report,
fourteen of the 30 most unreliable roadway segments in Maryland are located between
Baltimore and Washington, DC. These segments can experience travel time delays totaling more
than 50 minutes per trip between Baltimore and Washington.

Transit travel time between Baltimore and Washington, DC is more consistent than vehicular
travel based on scheduling and the dedicated transit right-of-way. However, emergency repairs,
deferred maintenance, and heavy use of the NEC have affected on-time performance.® Bus
service in the corridor, specifically Metrobus B30 from Greenbelt Metrorail Station to BWI
Marshall Airport, has less consistent travel times, related to congestion issues along the
Baltimore-Washington Parkway.’

For transit and airport users, trips to and from transit stations, park and ride lots, or airports are
also impacted by travel time delays. As congestion on the roadway network increases, the total
travel time for all modes is anticipated to increase.

o Decreasing mobility: The increase in demand, travel time delays, and worsening levels of service
directly impact the reliability of transportation options and the mobility of travelers within the
Baltimore-Washington region.

e Maintaining economic viability: The Baltimore-Washington area is an important economic
engine in the Mid-Atlantic region. Improvements to the transportation network are needed to
help support the predicted population and employment growth and to sustain the economic
health of the region.

Each of the project needs is described in more detail below.

> Maryland Department of Transportation, State Highway Administration. (January 2015). Congestion Assessment
Maps. These county wide maps show levels of congestion on all major state roadways in Maryland, on an average
weekday, during the AM and PM peak hours.

® AMTRAK. (September 2015). AMTRAK: Top Management and Performance Challenges — Fiscal Year 2016 and
Beyond.

7 Washington Metropolitan Area Transit Authority. (May 2011). Metrobus Service Evaluation Studies 2011: Display
Boards for Public Meetings.
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PURPOSE AND NEED

5.1. Increasing Population and Employment

The Baltimore-Washington region is comprised of two Metropolitan Planning Organizations (MPOs), the
National Capital Region Transportation Planning Board (TPB) and the Baltimore Regional Transportation
Board (BRTB). TPB and BRTB are staffed and coordinated through Metropolitan Washington Council of
Governments (MWCOG) and Baltimore Metropolitan Council (BMC) respectively. The metropolitan
Washington region, as defined by MWCOG, includes Washington, DC, Montgomery, Charles, Frederick,
and Prince George’s Counties in Maryland, and Arlington, Fairfax, Loudoun, and Prince William Counties
in Virginia, and the incorporated cities within these counties. The Baltimore region, as defined by BMC,
includes the City of Baltimore, Anne Arundel, Baltimore, Carroll, Harford, Howard, and Queen Anne’s
Counties in Maryland.

By 2040, the population in the Baltimore-Washington region is expected to increase from 8.1 million to
9.7 million, an increase of approximately 20 percent over 2015 estimates.®

The population in the metropolitan Washington region is expected to grow approximately 24 percent,
between 2015 and 2040 (see Figure 2). In the Baltimore region, between 2015 and 2040, population is
expected to grow approximately 10 percent.

Figure 2: Population
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Employment workforce in the Baltimore-Washington region is expected to increase approximately 25
percent from 4.7 million jobs in 2015 to 5.9 million jobs by 2040 (see Figure 3).

Based on projections by the MWCOG, employment in the metropolitan Washington region will increase
from 3.1 million jobs in 2015 to 4.0 million jobs by 2040, an increase of approximately 29 percent.

As estimated by the BMC, employment within the Baltimore region is projected to increase from 1.6
million jobs in 2015 to 1.9 million jobs by 2040, an increase of approximately 19 percent.

#2015 to 2040 population and employment forecasts are based on the Baltimore Metropolitan Council (BMC)
Round 8A Forecast and Metropolitan Washington Council of Governments (COG) Round 9.0 Cooperative Forecasts.
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PURPOSE AND NEED

Figure 3: Employment
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The continued growth in population and employment in the Baltimore-Washington region can be
attributed to the presence of many diverse and stable employers, and the highest concentration of
Federal Government civilian employment in the country.” Washington, DC, the Nation’s Capital, is the
seat of the Federal Government, and contains a myriad of supporting services and agencies. In addition,
the Baltimore-Washington region is home to dozens of major industries in different sectors, including,
but not limited to, Higher Education, Health Care, Information Technology and Defense, Retailers and
Distributors, Finance and Insurance, Manufacturers, Transportation, and Wholesale and Utilities.

There are also several major development and redevelopment projects active or planned in the
Baltimore-Washington region. The Washington, DC, Economic Partnership™ estimates more than $11.8
billion worth of projects are under construction in Washington, DC and an additional $34.8 billion worth
of projects are planned to be completed by 2020. For example, northern Prince George’s County within
the study area is attracting new development, particularly in College Park, Laurel, and Bowie. One such
development is the University of Maryland Research Park located in College Park. When complete, the
research park will be the largest research park in the state and one of the largest in the country.

Development activities in the Baltimore area that are within the study area include, but are not limited
to, the Penn Station redevelopment, Port Covington redevelopment, and expansion of the Port of
Baltimore and BWI Marshall Airport concourses. Similarly, Fort George G. Meade in Anne Arundel
County continues to expand and is expected to add an additional 3,000 jobs by 2020."

Tourism is a significant driver of the economy in both the City of Baltimore and Washington, DC. Tourism
totaled 21.3 million visitors in 2015, which included two million international travelers, most of whom
utilize the three major airports in the region (BWI Marshall Airport, Ronald Reagan Washington National
Airport, and Washington Dulles International Airport). According to the Washington, DC, Economic
Partnership, 2015 was the sixth consecutive year of record-level visitation to the Nation’s Capital. In

® Economic Alliance of Greater Baltimore. (2012). Statistics for Government: Federal, State & Local. Retrieved from
http://www.greaterbaltimore.org/research/key-industries.aspx.

10 Washington DC Economic Partnership. (2016). Washington, DC Development Report.

1 Maryland Department of Business and Economic Development. (April 2014). BRAC and Related Jobs Summary.
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PURPOSE AND NEED

Baltimore, tourism totaled 25.2 million visitors in 2015, according to the Visit Baltimore Annual Report.
Annual tourism in Baltimore has increased by 2.9 million visitors since 2012.

The increasing population and employment, as well as tourism, will have a direct effect on increasing
traffic congestion levels and transportation demand in the Baltimore-Washington region. As a result,
there is a need for additional transportation capacity in the Project Study Area.

5.2. Growing Demand on the Existing Transportation Network

The Project Study Area includes major transportation facilities that are currently operating at or near
capacity.” Interstate 95 between the Baltimore Beltway (1-695) and the Capital Beltway (I-495) is one of
the most travelled sections of highway in the country. Other major parallel roadway corridors include
the Baltimore-Washington Parkway, MD 295, US 1, and US 29. In 2014, various segments of 1-95 and the
Baltimore-Washington Parkway ranked within the top ten bottleneck locations in Maryland.*® Transit
passengers in the corridor are served primarily by the NEC, which includes both Amtrak for regional
travel and Maryland Area Regional Commuter (MARC) for intercity and local service. In addition, MTA
operates commuter bus service from several destinations throughout the Baltimore-Washington
corridor. The BWI Marshall Airport — also located within the corridor —is the 22nd busiest US airport,
based on passenger boardings. A review of the demand for each mode is described below. A Travel
Demand and Revenue Forecast analysis is also underway to augment this discussion. This analysis aims
to study different modes.

5.2.1. Roadway Network

The State of Maryland is ranked first in the nation in terms of longest commuting times of 32.5 minutes
each way, according to the 2016 U.S. Census American Community Survey. Washington, DC, which
includes many Maryland commuters, is fourth in the nation with commuting times on average of 29.9
minutes each way.

In 2014, the Washington, DC area was ranked as the most congested metropolitan area in the country
for yearly delay per auto commuters, according to the Texas Transportation Institute’s 2015 Urban
Mobility Scorecard."® The Baltimore metropolitan area was also ranked among the 25 most congested
areas.

On average, an automobile commuter in the Washington, DC metropolitan area spends 63 hours per
year in traffic, incurring $1,433 in additional annual expenses, including the cost of 35 gallons in excess
fuel. This translates to $4.5 billion of annual cost due to congestion, more than 100 million gallons of
excess fuel, and associated emissions and resulting air quality degradation.

In the Baltimore region, the annual cost due to congestion for the Baltimore region is estimated to be
more than $2 billion."

Maryland roadways in the Baltimore-Washington region have some of the highest traffic volumes in the
state and these volumes, along with crashes, have increased in the last 25 years." The growth in vehicle
miles traveled (VMT) in the area is surpassing the ability of state agencies to improve or expand the
roadway network. The 2015 Maryland State Highway Mobility Report’ (Mobility Report) notes that the

12 visit Baltimore. (Fiscal Years 2016 and 2017). Visit Baltimore Annual Report & Business Plan.

B Maryland Department of Transportation, State Highway Administration. (December 2015). Maryland State
Highway Mobility Report.

14 Sharnk, D., Eisele, B., Lomax, T., & Bak, J. (August 2015). 2015 Urban Mobility Scorecard. Published jointly by The
Texas A&M Transportation Institute and INRIX.
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2014 VMT for the Baltimore region was 25.2 billion vehicle miles, and for the Washington region it was
19.2 billion vehicle miles. VMT for the Washington region is lower than the Baltimore region due to
higher transit usage and more modal options.

PURPOSE AND NEED

The Mobility Report notes that many sections of the highways between Washington and Baltimore have
heavy to severe congestion, especially in the afternoon peak period.

5.2.2. Rail and Transit Network

The NEC runs parallel to I-95 in the study area. It is the busiest rail network in the US, with trains
carrying passengers and goods north and south through Boston, New York City, Philadelphia, Baltimore,
Washington, DC, and beyond to points south. Amtrak, MARC, CSX and Norfolk Southern Railway all
compete for track usage on the NEC. According to the 2010 NEC Infrastructure Master Plan prepared by
the NEC Master Plan Working Group®, almost half of the passenger rail segments on the NEC from
Boston to Washington, DC exceed 75 percent of practical capacity, and the plan estimates that by 2030,
passenger rail between Baltimore and Washington, DC could realize capacity utilization higher than 100
percent.

Amtrak Service

Amtrak, which owns the NEC, operates intercity passenger rail service on the corridor and has long-term
lease agreements with MTA for operation of MARC commuter rail service and with CSX and the Norfolk
Southern Railway for operation of freight rail service on portions of the NEC. Each of these services
competes for operational times for service in the corridor, and the demand for additional transit and
freight service continues to increase.

The Washington, DC region will have approximately 18 million annual regional rail trips, while the
Baltimore region will have 4.6 million regional trips in 2040.° Anticipated Amtrak intercity ridership
between Baltimore and Washington, DC for 2040 is projected to be 167,800 annual passenger rail trips.

Today, Amtrak provides weekday service southbound from Penn Station in Baltimore to Union Station in
Washington, DC, with 12 trains in the AM and 26 trains in the PM. Amtrak provides weekday service
northbound from Union Station to Penn Station with 18 trains in the AM and 20 trains in the PM. On
weekends, Amtrak provides service between Penn Station and Union Station with 26 trains each
direction on Saturday and 28 trains in each direction on Sunday. Amtrak services include both local and
limited stop trains between Penn and Union Stations.

On-time performance is becoming more challenging on the NEC. Endpoint on-time performance for
2016 for the Northeast Regional and Acela Express service was 82 percent and 83 percent, respectively.
As noted earlier, the deferred maintenance and heavy usage of the infrastructure continues to cause
degradation and emergency repairs to become more common. Approximately 27.5 percent of delays on
the Northeast Regional service are caused by train interference, including freight, commuter, and other
Amtrak passenger trains. Approximately 32 percent of delays on the Acela Express service are related to
problems with railroad infrastructure, including tracks or signals, or delays associated with maintenance
or reduced speeds to allow for safe operations."’

!> The NEC Master Plan Working Group consisted of FRA, Amtrak, 12 northeast states, and the District of Columbia.
*us Department of Transportation, Federal Railroad Administration. (December 2016). NEC FUTURE: A Rail
Investment Plan for the Northeast Corridor. Tier 1 Final Environmental Impact Statement.

7 AMTRAK. (February 2017). Amtrak Train Route On-Time Performance. Retrieved March 2017 from
https://www.amtrak.com/historical-on-time-performance.
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According to the NEC FUTURE FEIS Purpose and Need, rail and track infrastructure has fallen short of the
improvements necessary to maintain system reliability and meet growing demand. Intercity and
regional rail service quality is constrained by numerous state-of-good-repair needs throughout the NEC,
including the following critical infrastructure needs identified in the Washington, DC — Baltimore
segment: Washington Union Station Improvements; Ivy City Yard Facilities Renewal/Service & Inspection
Expansion; Grove to Hanson Fourth Track; BWI Marshall Airport Improvements and Fourth Track; and
B&P Tunnel Replacement.™®

PURPOSE AND NEED

Freight Service

One of the busiest CSX freight lines nationally runs through the study area, parallel to the NEC corridor.
This line carries freight from the west and south to terminals in Baltimore, Philadelphia, and New York.
The volume of freight is expected to grow due to the expansion of the Panama Canal in July 2016 and
the ability of Panamax container ships to access the Port of Baltimore.® As freight volumes along this
CSX line grow, the corridor uses additional capacity by occupying the tracks between Baltimore and
Washington DC.

MARC Service

MARC commuter trains share the NEC with Amtrak passenger rail and freight operations. In 2014, MARC
commuter service was estimated to serve 9.2 million riders.”® MTA estimates expected growth to be in
line with historic trends. Current growth over the past 10 years has been 23 percent and that includes
the addition of weekend service and extra trains. Additionally, the MARC Penn line (NEC) continues to
grow at about 3 percent per year, and the other two lines (Camden and Brunswick) are growing at lower
rates; hence, the overall average is below 3 percent.

MTA expects at least 70 percent of all MARC system stations to be at capacity by 2025.*° MARC
currently provides weekday service southbound on the NEC from Penn Station in Baltimore to Union
Station in Washington, DC with 15 trips in the AM and 12 trips in the PM. MARC provides weekday
service northbound from Union Station to Penn Station with 11 trips in the AM and 17 trains in the PM.
On weekends, MARC provides service between Penn Station and Union Station with nine trains in each
direction on Saturday and six trains in each direction on Sunday. MARC services include both local and
limited stop trains between Penn and Union Stations.

Because of the high volume of AMTRAK trains, especially during the heaviest travel times of the day, the
number of MARC trips that can be provided on the NEC is limited without additional capacity
improvements. These capacity constraints mean that the number of MARC trips will remain stagnant
even as demand for MARC service is likely to grow.

MARC also currently provides weekday service on the Camden Line southbound from Camden Station to
Union Station with six trains in the AM and four trains in the PM. MARC provides weekday service
northbound from Union Station to Camden Station with four trains in the AM and six trains in the PM.

1 Maryland Port Administration. (July 2016). State Officials Welcome First Big Container Ship to Arrive at Port of
Baltimore through the Newly Expanded Panama Canal.

* The Baltimore Metropolitan Council. (October 2015). The Transit Question: Baltimore Regional Transit Needs
Assessment.

20 Maryland Department of Transportation, Maryland Transit Administration. MARC Growth and Investment Plan
Update 2013 to 2050. Retrieved from https://mta.maryland.gov/sites/default/files/mgip_update_2013-09-13.pdf.
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The MARC Camden line service utilizes the CSX line parallel to the NEC corridor in the two peak periods,
but because of heavy CSX freight volumes, expansion of the MARC service on this line to relieve pressure
on the NEC corridor is not currently feasible.

PURPOSE AND NEED

Regional Transportation Agency of Central Maryland

The Regional Transportation Agency of Central Maryland (RTA) provides transit services to the
jurisdictions of Anne Arundel County, Howard County, Northern Prince George’s County and the City of
Laurel. Services include bus service to and from BWI Marshall Airport.

MTA Commuter Bus Service

MTA provides commuter bus service within the Baltimore-Washington region. In 2015, this service had
an approximate annual ridership of 4.0 million*; and between 2006 and 2015, experienced a 26 percent
growth. The increase in ridership is an indicator of the demand for transportation choices in the
Baltimore-Washington corridor. However, buses must operate in mixed traffic and experience the same
congestion factors as cars.

WMATA Services

The Washington Metropolitan Area Transit Authority (WMATA) provides bus service, the B30 line,
between the Greenbelt Metrorail Station and BWI Marshall Airport. In 2014, this service had an
approximate average weekday ridership of 525%*; and between 2011 and 2014, experienced a 33
percent reduction in average daily ridership.® The decrease in ridership is likely an indicator of long
travel times and delays experienced by buses running in heavy traffic on the Baltimore-Washington
Parkway and MD 295 corridors. These conditions result in the need for more reliable transportation
choices in the Baltimore-Washington corridor.

WMATA Metrorail does not extend to the BWI Marshall Airport or Baltimore Maryland. However,
commuters could use Metrorail to get to a SCMAGLEV station in Washington DC or to travel to Greenbelt and
New Carrolton Stations and transfer to MARC trains destined to Baltimore and BWI Marshall Airport.

5.2.3. Airports

The number of air passengers who begin their trips in the Baltimore-Washington region is at the highest
level since 2005.2* Baltimore and Washington, DC are major hubs for domestic and international air
travel. Three major airports serve the Baltimore-Washington region: BWI Marshall Airport, Ronald
Reagan Washington National (Reagan National) Airport, and Washington Dulles International (Dulles)
Airport. Travelers must have reliable ground transportation options to and from the airports.

Commercial passenger trips (including both enplaned and deplaned passengers) at BWI Marshall Airport
increased by 5.5 percent between 2015 and 2016, based on the BWI Marshall Airport summary of air

2 Maryland Department of Information Technology, Open Data Portal. (November 2016). Total MTA Public Transit
Ridership by Fiscal Year.

2 Washington Metropolitan Area Transit Authority. (May 2014). Metrobus Monthly Ridership.

ZWMATA. (May 2011). Metrobus Service Evaluation Studies 2011: Display Boards for Public Meetings. Published
May 2011.

** National Capital Region Transportation Planning Board. (December 2016). 2015 Washington-Baltimore Regional
Air Passenger Survey Geographic Findings.
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traffic and passenger statistics.” In 2016, BWI Marshall Airport served over 25.1 million commercial
passengers (including both enplaned and deplaned passengers), with an average of 68,829 passengers
per day. The Federal Aviation Administration forecasts upwards of 22.2 million enplanements (number
of revenue passengers boarding a plane) in 2045 compared to 12.2 million enplanements in 2016, or an
82 percent growth.” As the demand for air travel continues to grow at BWI Marshall Airport, there is a
need for a reliable transportation network supporting passenger ingress and egress.

PURPOSE AND NEED

According to the 2014 State of NEC Report®, the flight delay-per-passenger is 14 minutes at BWI
Marshall Airport, 20 minutes at Reagan National Airport, and 23 minutes at Dulles Airport. Flight delays
result in economic losses to many groups including airport passengers, operators and owners.

5.3. Inadequate Capacity of the Existing Transportation Network

As demand on the existing roadway, transit and rail networks continues to increase, the levels of service
of systems that operate near or above capacity also continue to worsen. To improve the level of service,
additional infrastructure capacity is needed.

5.3.1. Roadway Network

According to SHA’s 2013 Congestion Assessment Maps®, all four of the main roadway corridors (US 29,
[-95, US 1 and Baltimore-Washington Parkway) between Baltimore and Washington, DC area experience
heavy and/or severe congestion during peak hours. US 29 is a major travel corridor between the
Baltimore and Washington, DC region. The corridor is located outside the study area but travel in the
corridor is impacted by many of the same factors described for study area roadways.

5.3.2. Rail and Transit Network

As identified by the NEC Commission in 2014, multiple segments of the NEC are experiencing critical
infrastructure challenges due to capacity constraints. The NEC FUTURE Selected Alternative, set forth in
the NEC FUTURE EIS Record of Decision (July 2017), includes infrastructure improvements in Maryland
and Washington, DC in the SCMAGLEV study area that support operations necessary to meet market
growth. These projects include chokepoint relief at New Carrollton, Odenton and BWI Thurgood
Marshall Airport stations; new track from New Carrollton to Halethorpe; and the B&P Tunnel
replacement. Projects also include Washington Union Station expansion, Odenton station modifications,
BWI Thurgood Marshall Airport station expansion and high density signaling from Washington, D.C. to
New Carrollton and from Seabrook to West Baltimore.

» Maryland Department of Transportation, Maryland Aviation Administration. (December 2016). Monthly
Statistical Report Summary for the month of December 2016.. Maryland Department of Transportation, Maryland
Aviation Administration. December 2016.2015 BWI General Passenger Statistics, Maryland Department of
Transportation Maryland Aviation Administration.

*® Federal Aviation Administration. (January 2017). APO Terminal Area Forecast Detail Report: Forecast Issued
January 2017. Federal Aviation Administration. January 2017.

?” Northeast Corridor Infrastructure and Operations Advisory Commission. (February 2014). State of the Northeast
Corridor Region Transportation System.

28 Maryland Department of Transportation State Highway Administration Congestion Assessment Maps published
in January 2015. These county wide maps show levels of congestion on all major state roadways in Maryland, on
an average weekday, during the AM and PM peak hours.
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Travel time between Baltimore and Washington, DC continues to increase on the roadways within the
study area, adding to commuting time as well as travel time to and from transit stations and BWI
Marshall Airport. This increase in travel time is directly related to the degradation in level of service on
the transportation network.

PURPOSE AND NEED

5.4. Increasing Travel Time

5.4.1. Roadway Network

According to the 2015 Maryland State Highway Mobility Report™, several segments in the Baltimore-
Washington corridor were ranked among the top 30 unreliable segments in Maryland in 2014. This
ranking is based on the Travel Time Index (TTI), which represents how much longer, on average, travel
times are during congestion compared to free flow conditions. For example, a TTI of 2.0 indicates a trip
that takes 10 minutes in light traffic takes twice as long in congested conditions.

Roadways with TTI values between 1.3 and 2.0 experience heavy congestion; and roadways with a TTI
higher than 2.0 experience severe congestion. Fourteen of the 30 most unreliable segments in Maryland
are located between Baltimore and Washington, DC. These segments have TTl values greater than 5.0,
which represents a significant travel time delay.

Travel times can range from 45 minutes to well over an hour during peak hours for the 30 mile trip from
Washington to BWI Marshall Airport. Due to non-recurring congestion, (i.e., an unexpected incident)
travel times by automobile could range from 90 minutes to two hours. Congested and unreliable
roadways also likely result in more congested and unreliable travel during off-peak periods, due to
travelers shifting their departure times to avoid peak period congestion.

5.4.2. Transit Travel Time

The Baltimore Metropolitan Council has estimated that travel from Baltimore to Washington in a single-
occupancy vehicle takes, on average, 50.7 minutes. For transit riders driving to existing rail stations, trips
to and from the stations add to overall travel time. The mean travel time to work for Baltimore region
residents to the Washington region is 83.2 minutes for MARC riders and 71.5 minutes by bus, which
includes travel to and from the stations.™

5.4.3. MTA Commuter Bus Service

MTA provides eight commuter bus routes within the Baltimore-Washington area”, which use major
roadways such as |-95 and US 29, as well as local roadways. In 2015, the average weekday daily ridership
for individual commuter bus routes ranged between 111 and 689 passengers or a total of 5,179 MTA
commuter bus passengers in the corridor on an average weekday.*

Currently, there are no dedicated busways along major corridors in Maryland. As a result, the travel time
of the MTA service is dependent on the operations of the existing roadway network. As the travel time
increases on the roadway network, the efficiency of MTA commuter service worsens as well.

For example, the MTA 305 route that travels the US 29 corridor from Columbia, MD into Washington, DC
carries 724 riders per day. The current scheduled trip time for this commuter bus route averages 108

» Maryland Department of Transportation, Maryland Transit Administration. (2017). Maryland Transit
Administration Commuter Bus Website. Retrieved from https://mta.maryland.gov/commuter-bus.

30 Maryland Department of Transportation, Maryland Transit Administration. (Fiscal Year 2015). Transit Ridership
Weekday Averages.
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minutes in the AM peak period, and 116 minutes in the PM peak period. As level of service decreases on
US 29, MTA estimates that each trip will take an additional 30 minutes or more in 2040.

PURPOSE AND NEED

5.4.4. Airports

Based on the results of the 2015 Air Passenger Regional Survey, BWI Marshall Airport continues to have
the highest proportion of regional enplanements (compared to Dulles and Reagan National Airports) and
experienced record-high passenger volumes.*! As a result, BWI Marshall Airport attracts travelers from
throughout the Mid-Atlantic region, most arriving by automobile. For Washington-area passengers
seeking to fly out of BWI Marshall Airport and arriving by automobile or bus, travel times could range
from 45 minutes to well over an hour during peak hours. During non-recurring congestion, (i.e., an
unexpected incident), travel times from Washington, DC to BWI Marshal Airport by automobile
sometimes approach 90 minutes or more. Similar to the NEC and MTA Commuter Bus services, as
demand on the supporting transportation network increases, the travel time to and from BWI Marshall
Airport is projected to increase.

5.5. Decreasing Mobility

As indicated in the previous sections, the demand on the roadway and transit infrastructure in the
Baltimore-Washington corridor will continue to increase. This increase in demand, increase in travel
times and decrease in level of service have a direct relationship to the reliability and predictability of
travel and mobility within the Baltimore-Washington region.

Given the diverse population and employment needs within the Baltimore to Washington, DC corridor,
the need for transportation choices is important. With increased demand on the existing transportation
network that comprises of a variety choices exposed to physical, operational and other constraints,
mobility in the Baltimore-Washington corridor is jeopardized.

Reliability is often measured by the consistency in travel time between Point A to Point B over time.
Even with congestion, travel time that includes consistent and predictable delay helps travelers and
commuters make choices and plan their trips. Given the volume and congestion along the major
corridors such as I-95, the Baltimore-Washington Parkway, MD 295, US 29 and US 1, any incident can
contribute to a breakdown of the system, resulting in unreliable and unpredictable estimated travel
times, thereby complicating transportation mode decisions.

Capacity chokepoints along the NEC have repercussions throughout the NEC because they limit overall
system capacity. Other chokepoints on the NEC include locations where physical constraints, such as
geometry, or curvature of the tracks, require reduced-speed operations.

5.6. Maintaining Economic Viability

A direct relationship exists between transportation infrastructure and economic viability. Economic
development and growth opportunities are restricted without commensurate transportation
improvements and choices in the Baltimore-Washington corridor. A transportation system that provides
options for reliable, efficient, and cost-effective movement of passengers and goods is needed to
support continued economic growth®, including the retention of, and an increase in jobs in the region.

3 Transportation Planning Board. (December 2016). 2015 Washington-Baltimore Regional Air Passenger Survey.
*2 The National Economic Council and the President’s Council of Economic Advisers. (July 2014). An Economic
Analysis of Transportation Infrastructure Investment.
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The purpose of the SCMAGLEV Project is to evaluate and ultimately construct and operate a safe,
revenue-producing, high-speed ground transportation system that achieves the optimum operating
speed of the SCMaglev technology to significantly reduce travel time in order to meet the capacity and
ridership needs of the Baltimore-Washington region.

PURPOSE AND NEED

6 Summary

The project needs are related to the limited capacity of existing roadway, transit, rail, and freight
systems; increasing travel time; and reduced reliability and mobility in the study area.

Congress has expressed its intent that the SAFETEA-LU funding for this project “be used to directly
advance and result in construction of a maglev project.”? This goal can only be achieved if the NEPA EIS
evaluation concludes that SCMAGLEV is a safe, reliable, high-speed, revenue-producing Maglev system
that:

e (Can help meet the capacity and ridership needs of the Baltimore-Washington region; and

e Meets FRA operational and safety requirements by including infrastructure, vehicles, and
operating procedures for the SCMAGLEV system and an alignment which allows the highest
practical speed that can be attained by SCMAGLEV technology at a given location under
required conditions.

The Baltimore-Washington region is one of the largest and densest population centers in the United
States. Over the next 25 years, the population in the region is projected to increase by approximately 20
percent with employment workforce increasing approximately 25 percent. Similarly, the number of
visitors to the region is also projected to increase with tourism serving as a significant driver of the
economy in both the City of Baltimore and Washington, DC. As the population, workforce, and tourism
continue to grow, the demand on the transportation infrastructure between Baltimore and Washington,
DC will continue to increase along major roadways and railways including 1-95, the Baltimore-
Washington Parkway, MD 295, US 29, US 1, and the NEC, thereby degrading the regional transportation
system level of service, reliability, and mobility.

The conditions above translate into the need to evaluate and implement an improved mobility option of
travel between the Baltimore and Washington, DC metropolitan areas utilizing SCMAGLEV technology
that achieves optimal operating speed and minimizes impacts to the human and natural environment.
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